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PREFACE

Project Cheesebox was conceived when Midshipman Michael

J. Ellison, USNA '73, acquired in the spring of 1973 some

new scuba gear and desired to christen it by diving on a
shipwreck anywhere off the Atlantic coast. He was facetiously
told by an underclassman, E. M. Miller, '74, to dive on the
wreck of the USS Monitor. This is where I entered the project.
Ellison was aware of my knowledge of Cape Hatteras-—knowledge
gained only by fishing the area.

Ellison and Miller gathered expert personnel for an
expedition to Hatteras, including MAD authority William J.
Andahazy. This expedition accomplished nothing except in-
stilling mdre enthusiasm for locating the Monitor in the
minds of Ellison, Miller and Andahazy.

For the fall semester of 1973, Midshipman Miller was
able to place a course of independent research in his academic
schedule. During this semester, Miller and I saw the mag-
nificent possibility of continuing his work on the Monitor
and at the same time creating a multi-discipline course in-
volving more midshipmen. To give academic credit to the
students of such a course was possible only with the approval
and cooperation of the administration of the Academy. This

was received and Project Cheesebox gradually became a sin-

gularly unique combination of personal innovation, diligence,
practical experience and academic pursuit on the part of the

midshipmen.



Midshipman Miller was the "ram-rod" of Project Cheese-

box. This project proved a long-time contention of mine—
when midshipmén are interested in accomplishing a goal,
give them the green light, and assistance when they ask fér
it, and you will see that goal attained. Miller led this
group of diverse academic undergraduate majors to the pin-
nacle of success, success in the fields of history, engineer-
ing, oceanography and public relations. J
Vice-Admiral Edwin Hooper, Mr. Ernest Peterkin and Mr.
William J. Andahazy, not of the official Naval Academy
family but of the U.SoiNayy family, were an integral part
of Cheesebox as was Director of Research at the Académy,
Richard D. Mathieu, and Mrs. Gloria Cesnek, our most
efficient secretary.
A history teacher is most fortunate indeed to be
associated with such a team as that which worked on Project

Cheesebox!

W. M. Darden
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INTRODUCTION

Project Cheesebox is a multi-disciplined research project

conducted at the United States Naval Academy from April of
1973 to December of 1974. It was initiated by Midshipmen at
the Naval Academy to study the history of the éivil War Iron-
clad USS Monitor and to attempt to locate its hulk. Under the
guidance of Professor William M. Darden of the History Depart-
ment, the project was structured as a unique multi-faceted
study conducive to Midshipmen with different academic majors
to collaborate in collective research.

The project was divided into three phases. The first
phase was the documentation of the history of the ironclad
and its inventor John Ericsson. Research was completed in
the major depositories of the Washington area which included
the National Archives, the Library of Congress, Smithsonian
Institution, Navy Library at the Washington Navy Yard, Library‘
at the U. S. Naval Academy and the museums at both the Navy
Yard and the Academy. In addition trips were made to the
New York Historical Society in New York City, Fifth Avenue
Library, Stevens Institute of Technology, Mariners Museum in
Newport News, Virginia and the American-Swedish Historical
Foundation in Philadelphia, Pennsylvania. These trips were
made in an attempt to gather copies of original documents
pertaining to the project and a selection will be presented

in the manuscript.
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Phase two was the construction of two scale models of
the Monitor. The first was a tow tank model which was con-
structed and tested at the Naval Academy with additional tests
being run at the David Taylor Model Basin, Naval Ship Research
and Development Center (NSRDC), Carderock, Maryland. These
tests proved interesting in the evaluation of the Monitor's
seagoing capabilities and general characteristics. The second
model is a cutaway model showing particulars of construction
and interior details. This model is of importance as it is
the first to display the interior of the ship and was an aid
in the study of ship construction. -

The third phase of the project was the development of
search techniques and procedures to be used in searching for
the lost hulk of the Monitor. Technical assistance was given
by NSRDC, Annapolis, Maryland and an active search was con-
ducted using an airborne magnetometer. Our searches were con-
current with the Duke-North Carolina expedition of August 1973
and the data that was collected from the two surveys that were
flown proved valuable in the establishment of a search plan

for the research vessel Alcoa Seaprobe of April 1974.

The manuscript has been organized chronologically and has
been expanded to include a brief historical summary of previous
modern search attempts and also a report from the Duke Univer-
sity expedition which is éredited with the discovery and first
photographs of the hulk. Hopefully, this treatment will gather

much of the available material pertaining to the ship's history
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and the mystery of her location in the turbid waters off

Cape Hatteras. Iﬁ many instances, original documents have
been left intact and inserted in proper sequence, the feeling
being that accounts of historical events are best told by
those who were contemporary with the event. This is particu-
larly true of John Ericsson and his Monitor.

Of the many who assisted and advised the Midshipmen,
special acknowledgment is due to William J. Andahazy, Ernest
W. Peterkin, Professor William Darden, Dr. Richard Mathieu,
Vicqudmiral E. B. Hooper, Robert Gustafson, Robert Sumrall,
George R. Lorentzen, Professor Paul Van Mater, Professor Roger
Compton, W. Roloson and Harry Schwartz. A special thanks
goes to Mrs. Gloria Cesnek for her patience in typing the manus-
cript.

This project, unique from'its inception, has been ex-
tremely rewardiqg for the Midshipmen and others who participated.
It was timely iﬁ that they were caught up in the excitement of
the search and assisted in the verification of the wreck as
that of the Monitor. And finally through their research, they
have helped point out the historical significance of the ship
so that proper steps could be taken to preserve it. All in-
volved feel a sense of accomplishment as not only have they
successfully completed what they started out'tb do, but also,
more important a little segment of American history has finally
come to light again and now for the first time the complete

story of the Monitor can be told. Heretofore, all histories
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of the ship were incomplete in the last chapter with the words,
"lost somewhere south of Cape Hatteras." Now, through the
efforts of this research project, the Duke-North Carolina team,
and other search teams, the mystery of the illusive Monitor
has been solved.
| Euonnd MM G0,

Editor
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John Ericsson

A Man and His Dreams







EDITORS NOTE

The Monitor was an engineer's ship, the first of a new
concept in naval construction. She was also John Ericsson's
ship as every rivet and every piece of médhinery carried his
stamp. Her lines were conceived in his mind and her plates
were impregnated with his personality. It is a peculiar pro-
cess that is only known to shipbuilders and men of the sea
that transforms a pile of materials into a ship. As the
frames gradually take shape, the plates fitted to her and
the rivets driven home, the ship emerges as an entity, as
something with a purpose, that has a life of its own. This
can be truly said of the Monitor. Just as her inventor was
shrouded in controversy, so was his ship.

The two can never be separated. Out of the seeds in
John Ericsson's genius sprouted the "Monitor concept" which
through the undaunted spirit and efforts of its inventor be-
came a reality in a time of great need.

Only a man the likes of John Ericsson would have accepted
the challenge at so great a personal riske. Tﬁe events of
Ericsson's early life explain the why and how it all came to
be: why a man of such engineering ability should be almost
destitute in a foreign land for a second time and how he was
able to maintain faith in himself and convince others of the
merit in his designs. Staunch, prolific, stubborn in his own
ideas and not easily criticized, John Ericsson can truthfully

be called "The Genius of Beach Street."




JoHN ERicsson I203-3%
AMERICAN SWEDISH HISTORICAL FOUNDATION
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The Genius of Beach Street

The purpose of this paper is to examine the life of
John Ericsson, not just in terms of his many accomplishments,
but in terms of events and their effect on the man and his
character. Several incidents during the early years in
Sweden and England had a great bearing on him and his work.
These incidents will be dealt with in great detail, as they
were the basis of his work in America.

William Conant Church, the Biographer of John Ericsson,
was not consulted because of his portrayal of Ericsson as é
God émong men. To find.out what the man was really like and
what inspired him, it is important to understand his real
character. Ericsson's own words and actions, the opinions
of others, and some historical retrospection will be used
to develop the character that was John Ericsson. Published
works, original sources, speeches, writings, and interviews
formed the bulk of research material used.

The years following the development of the USS Monitor
will not be dealt with in depth except in terms of Ericsson's
Solar Engine, Torpedo and Destroyer work. These three contri-
butions by tﬁeir futuristic design are worthy of note.

John Ericsson was born in Langbanshyttan, Vermland,

. Sweden on 31 July 1803 to Olof and Brita Sophia Yngstrom
Ericsson. John was the third child born to the Ericsson

family and was preceeded by brother Nils and sister Anna




Carolina. For four generations the family had been involved
in the ownership or work of Swedish mines. Olaf was a mine
inspector, mathematician, and a graduate of Karlstad College.
From him, John was taught the basics of mathematics and
science. His curiosity was aroused at a very early age and
he enjoyed performing simple scientific experiments his
father had shown him. The education of both John and Nils
was continued during frequent visits to the mines. John
was a quiet, withdrawn boy and did not seek out or have
many friends. Nor did he have the same pursuits of other
boys his age. Rather than going on family picnics or to
May Day celebrations, he would walk through the forest

studying and daydreaming about the world around him.l

At five years of age, John was drawing using a compass
he made from birch twigs and his mother's sewing needles.
He stripped clocks and watches of their springs, and melted
down his mother's spoons in the construction of a windmill.
In order to complete a drawing, some very fine brushes were
needed. These brushes were made by plucking hair from his
mother's Russian sable cape. It would seem that John was
very industrious, however, Nils was the favorite of the
family and John could never understand why his brother's in-
ferior work, as compared to his, was given so much more atten-
tion and praise. This unheal;hy environment served to make

John compete and try and outdo his brother in everything he

10

&




did. This situation did not affect John's love of his
parents, especially his mother. 2

From the sixteenth century, a plan for a canal to bisect
Sweden had been discussed. 1In 1811, the plans for the canal
were initiated. The GBta Canal, as it was called, was a
gigantic project, administered by the Mechanical Corps of
the Swedish Navy and designed by British engineers.3 The
construction workers were from the regular navy, and were
employed by the government on all construction projects that
improved the condition of Sweden,4 Olaf got a job as engineer
in charge of a blasting division at Forsvik which was a
building station along the route of the Canal. The Erics-
sons' moved to Lake Udttern, Forsvik to be close to the
Canal site. At their new home, John and Nils' education
was continued through the tutoring efforts of engineers
working on the Canal. They were taught English, French,
Latin, Architectural Drawing, Chemistry and Mechanical Drafts-

manship.5

. Nils was now nine years old, and John was eight
years old.

The chief engineer of the Canal, Count Baltzeir Bogeslaus
von Platen had heard of the talents of the Ericsson boys and
appointed them cadets in the Mechanical Corps of the Swedish
Navy. Nils served for four years as a carpenter and cement-
maker . © Affer six months of study, John was appointed assist-

ant niveleur or leveler, which meant that he was an assistant

. ! 7
surveyor and engineer on the Canal project. Now at fourteen
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years of age, thn was promoted and moved to the east line
of the Canal and placed in charge of six hundred men. An
adult had to accompany John into the field and carry a stool
for John to stand on so that he could look through the lens
of his surveying instrument and study the drawings and plans
and survey the terrain.8 At age fifteen John héd drawn the
complete three hundred mile Canal with all the machinery
and tools used in its construction.9

At age seventeen, John was eligible for military service,
and interested in an old branch of the army in which its mem-
bers were stationed in the northernmost part of Sweden, Jamt-
land. In 1820, John resigned from the Naval Cadets and
joined the twenty—fhird Rifle Corps of the Swedish Army en-
gaged in special engineering and construction jobs in 35mt—
land, three degrees from the Arctic Circle. Contrary to his
early youth, these were happy times for him. He was des-
cribed by his comrades as handsome, agreeable, and made
friends easily. They also relate of his dancing and singing
and his relationships with fhe girls of the northern towns.
He even wrote poetry descriptive of the Jdmtland area. Dur-
ing this time, he developed into an exceptional athlete,
and remained in good physical condition throughout his life.
He also excelled in marksmanship and the science of artillery.lo
These years in the military served to round out John's char-

acter, and bring out the long hidden qualities needed to face

the competitive world he was heading for.
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John took great pride in his personal appearance and
rightly so, for he was proud of his uniform and he was in-
terested in the daughter of one of his senior officers,
Captain Jacob Lillieskdld. Although John had recently been
promoted to Lieutenant, he was considered a poor candidate
for a son-in-law, and Carolina was forbidden to see John.
John was forbidden to enter the Lilliesk®ld house, and his
letters to Carolina were intercepted and read by Captain
Lillieskdld. Just as John had won over Carolina, he was
ordered to Stockholm with letters of introduction to the
Minister from England. The true love of his life bore his
illegitimate son, who was placed in a foster home. Carolina
finally married a Professor C. J. Schlyter, and she made no
attempt to regain the custody of her son, nor did she ever
see John again in her lifetime. However, every year on her
son 's birthday, Carolina received a nosegay of violets from
an anonymous sender,‘obviously John Ericsson. But when John
left for England in 1826, he had no idea that he had fathered
a son. It was Nils who found out about the birth of his
nephew, and he searched for him until he found him in a foster
home. The boy was brought to Nils' mother, Sophia, and named
by her, Hjalmar Elworth: E for Ericsson, L for Lillieskold,

and worth foxr Kenilworth, by Sir Walter Scott. Hjalmar was

raised by both Sophia and her daughter. It was not until
1872 that Hjalmar now forty-eight years old, first wrote to

his father.ll
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John Ericsson's years in Jamtland were extremely pro-
ductive ones that laid the foundation for many of his later
inventions. While.in Jamtland, he completely mastered Euclid's
Geometry. In national competition, he finished well enough
to be appointed government surveyor for the northern provinces
of Sweden.12 Lt. Ericsson was assigned to prepare maps of
military areas and communities in J&mtland. These maps, pre-
served to this day, remain iﬁ the Royal Archives in Stockholm

as masterpieces in the art of map drawing.13

John also de-
signed steam engines to drain ditches, and was always trying
to find ways of doing things by experimenting with untried
theories that were considered by other men, but never fully
explored. His caloric engine was an example of this. The
engine ran on the principle that air heated to very high
temperatures could be used to drive engines. He took his
invention to the Swedish Engineering Society,.and was in-
vited to demonstrate it in Stockholm.14 It was there that
John met Adolf von Rosen, who was to become a lifelong friend.
The demonstration of the caloric engine went well, as it pro-
duced ten horse power. Von Rosen persuaded Ericsson to bring
this invention to the attention of the newly formed Society
of Civil Engineers in Léndon. Ericsson's commanding officer
arranged for a one year leave of absence for John, and he and
von Rosen set off for England in May 1826. Ericsson left
Sweden with 10,000 borrowed Swedish crowns, never to return

to Sweden in his lifetime. He arrived in London on 18 May 1826,
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John Ericsson demonstrated his caloric engine before
the Institute of Civil Engineers located at 15 Buckingham
Street on the Strand. He also presented a paper that is
still on file at the Institute: Number 119, "A Deécription
of a Method of Employing the Combustion of Fuel as a Moving
Power."16 His demonstration failed, however, due to his use
of a slow burning coal that produced too much heat and des-
troyed his engine. Ericsson was left discredited and penni-
less without enough money to return to Sweden.17 This was
his first of many setbacks that served to harden him and
make him more desirous of success. Fortunately, John had
arrived in London at a very opportune time. England was in
an era of "firsts" in many fields of experimentation and
invention. It was not long before he was sought out by
John Braithwaite, an engineer with offices on Fitzroy
Square.18 Braithwaite had been present at Ericsson's demon-
stration and was impressed with him despite the failure of
the engine. At age twenty-three, John Ericsson joined in a
partnership with John Braithwaite.l? Their combined efforts
produced the following inventions: an evaporator to remove
éalt from water, a depth-finder for ships, cutting files,
hydrostatic weighing machine, engines that cut down on fuel
consumption while producing a higher power output, furnaces
fed‘by force draft blowers and centrifugal blowers, an engine
to pump dry mines, and a steam engine with a surface condenéor.

The first ten years of partnership produced thirty inventions.21
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Ericsson became deeply involved in his work in the
new partnership and forgot all about his military obligation.
In 1827 he received a letter from his Commanding Officer in-
forming him that.his one year leave of absence had expired
and he was now considered a deserter. Because of his fine
work in representing.Sweden in England, and a few hasty let-
ters to influential friends in Sweden, Ericsson was rein-
stated into the army and promoted to the rank of Captain.
John immediately resigned his commission but retained the
rank of Captain for life.22

One of his most important inventions of this time was
the steam fire engine which incorporated the "Braithwaite"
engine, capable of producing a stream of water through a
hose that could reach the top of the tallest buildings in
London. As was the case with many of Ericsson's inventions,
it was rejected, this time by the London Fire Brigade because
the engine took twenty minutes to get up steam and would con-
tinually have to be maintained on the line in case of'emef-
gencies. Two more "Braithwaite" steam fire engines were
built. One was used at the Liverpool docks for many years,
while the other was ordered by Frederick William III of Prus-
sia for use on the Berlin Fire Brigade. An award winning
model of the "Braithwaite" was demonstrated in New York City
in 1840, a full decade before the steam fire engine was intro-

23

duced and used in America.

By far, the most important invention by Ericsson during
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this period in England was the steam locomotive "Novelty".

In August 1829, Ericsson read of the contest sponsored by

the Liverpool and Manchester Railway for the most improved
steam locomotion engine. The prize was five hundred pounds
sterling. The contest was held on 6 October 1829 at Rainhill,
England. Ericsson and Braithwaite designed and built the
"Novelty" in just seven weeks. Five entries were received,’
but the competition was soon whittled down to two locomotives;
the "Novelty" and the "Rocket] built by George Stephenson, a
renowned British engineer. The contest ran in heats over
successive days ending on 16 October 1829. On the first run
by the "Novelty,;' she attained the speed of thirty miles per

hour. A reporter for the Mechanic's Magazine said:

The great lightness of the "Novelty," its com-
pactness, its beautiful workmanship, excited uni-
versal admiration.

On her second run, she attained one mile in fifty-three sec-
onds, a land speed record. Stephenson's "Rocket" attained
twenty-four miles per hour on her first run. In fact, in

all competition, the "Novelty" far surpassed the "Rocket".
Unfortunately, the "Novelty" performed too well for the timid
directors of the Liverpool and Manchester Railway. Ericsson
at twenty-six years of age, and in seven weeks had out-per-
formed George Stephenson, England's foremost locomotive en-
gineer. He was able to accomplish this because he applied

the inventions he had already perfected and used them to build

the locomotive. That was characteristic of him, as in all he
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did, he drew on his past experience and expanded what he
had learned to develop something new.%4 The Directors of
the Liverpool and Manchester Railway tried everything to
get the "Novelty" out of the competition due to her under-
estimated performance. She actually turned out too good for
the railroad's needs. In an effort to remove the "Novelty!
the Directors changed the rules in the middle of the competi-
tion, forcing Ericsson and Braithwaite to make hasty altera-
tions that taxed the engine bgyond its design limitations,
and the engine finally faltered. The Directors promptly
disqualified the "Novelty" dgspite the objections of Erics-
son and Braithwaite and their friends. Ericsson had lost
to a less brilliant man, but made a lasting contribution to
steam locomotion.

Among the many friends of John Ericsson in London was
a Charles Seidler, a German shipbuilder, who was the first
to introduce steam propulsion on the Rhine River. Seidler
had married an English woman, whose étepsister became the
acquaintance of John Ericsson. As time passed, the acquaint-
ance turned into friendship and finally into love. John
Ericsson, at thrity-three years of age married Amelia Byam,
fourteen years his junior. They were wed on 15 October 1836
at St. John's Church in Paddington. When John Ericsson left
England for America in 1839, he left Amelia behind for one
year. When they were finally united again, they moved into

the Hotel Astor in New York City. As John became more and
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more involved in his work, he spent less and less time with
Amelia. John admitted that he was "not fit for domestic
life." Finally, Amelia could not stand to be neglected any
longer, and moved back to England. There was no divorce and
John faithfully sent her a yearly allowance until her death
in 1866.

John Ericsson was aided in the development of the first
screw propeller boat by an American, Francis B. Ogden, Esquire.
Ogden was serving as United States Consul at Liverpool, Eng-
land, and was an inventor in his own right with an interest
in steam locomotion. He also was a pioneer in the naviga-
tion of the Ohio and Mississippi Rivers. With Ogden's help,
Ericsson and Braithwaite designed and built a tugboat which
featured Ericsson's newly invented screw propeller. The

Francis B. Ogden was launched on the Thames River in the

spring of 1837. She was nicknamed The Flying Devil because

of the way she looked in operation. Tied up to the admiralty

barge, aboard which were the distinguished Lords of the

British Admiralty, The Flying Devil towed the barge up and
down the river making six knots. The obvious success of The

Flying Devil alluded the close-minded Lords of the British

Admiralty, as they refused to believe that such a vessel
could have a practical use, after she had just dragged them -

all over the Thames River. The Flying Devil was a failure

that put Ericsson and Braithwaite deeply in debt. To make

matters worse, Ericsson's other debts were large enough to
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force his incarceration in the debtors prison. Fortunately,
his brother Nils came to his rescue and secured Ericsson's
release from prison.27 The utter frustration of having a
workable, successful invention called worthless must have
really affected Ericsson. From that time on, Ericsson did
not have a very high opinion for the British Admiralty, or
for that matter, any government agency.

The man who had the singularly biggest impact on the
life of John Ericsson was Captain Robert Field Stockton, USN.
Stockton was a rich, impetuous, glory hungry, opportunist
who ended up being both an aid and a detriment to Ericsson.
The two men were an odd couple to be sure. Both mén were
a product of their times interested in many of.the same
goals in life, but were in reality as different as night and
day. The meeting of these two men can only be described as
fate. Stockton had heard that a fellow New Jersey born friend,
Francis B. Ogden, had invested in the tugboat that bore his
name. Stockton was very interested in steam propulsion, and
wanted to study the possibilities of such a vessel to be used
as a carrier of goods on the Delaware and Raritan Canal.v He
requested and received overseas assignment in England, and

was on hand for the demonstration of the Francis B. Ogden on

the Thames River.28 That day in December 1837, John Ericsson,
Francis B. Ogden, and Robert F. Stockton met at Trafalgar
Tavern, London. Stockton was duly impressed with Ericsson

and his tugboat:
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I do not want the opinions of your scienE%fic
men. What I have seen this day satisfies me.

Stockton consequently ordered a vessel along the lines of

the Ogden, only twice the size. The Robert F. Stockton was

to be used on the Delaware-Raritan Canal in New Jersey.
Ericsson proposed that the Stockton be used as a pfoving
ground for a revolutionary naval gun capable of firing accu-
rately regardless of the pitch and roll of the vessel. Erics-
son then went on to describe in detail his plans. Stockton
said:

Captain Ericsson, we will make your name ring
on the Delaware.

Sensing success in the future, after so many major setbacks,
Ericsson decided to outline a plan he had for a totally
revolutionary vessel. The vessel was to be an iron-hulled
warship, complete with steam engines below the waterline; a
screw propeller instead of paddle wheels; small machinery

to use less fuel; a surface condenser through which salt
water was passed over steam-filled pipes to condense steam
back into water; ventilation; a telescopic smoke stack that
could be collapsed during battle; and new methods of mounting
guns, aiminé and firing them. He drew detailed sketches of
the vessel for Stockton and succeeded in gaining his support.
Stockton then announced:

We will call her the Princeton. Captain Erifs—
son, we will make your name ring on the Potomac.

This could not have been better news for John Ericsson, for

he had just had to overcome another setback. The Ericsson
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screw propeller had gone unchallenged until 1835 when Fran-
cis Petit Smith's propeller was first employed. Ericsson's
propeller had been used commercially since 1831, but Erics-
son had failed to secure a patent on it until 13 July 1836,
six weeks after Smith's patent. The British Patent Office
refused to recognize the Ericsson propeller. This decision
had a very decided effect on John Ericsson, and served to
thoroughly make the British powers of government an enemy
of him.32 When Stockton gave his full support to the Prince-
ton project, John Ericsson was ready to accept and ready

to 1eave England.

Stockton returned to America, only to come back to
London, on overseas assignment, for the testing of the Stock-
ton already launched on 7 July 1838. The vessel was tested
on the Thames River on 12 January 1839 with Ericsson, Ogden,
Stockton, and thirty invited guests aboard. Of course, the
British Patent Office called the vessel unpatentable, but
the London Times praised the Stockton as

an important improvement in steam navigation
and conclusive3groof of the success of the Erics-
son propeller.
Stockton immediatelf saw the future of such a vessel in the
U. S. Navy and returned to Washington to intercede for Erics-
son in trying to convince the Navy Department of the worth
of the Ericsson propeller. On 3 March 1839, Congress appro-

bated funds for three new naval vessels. The Mississippi

and Missouri were to be steam paddle wheels. The third
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vessel was not decided upon. Stockton went to work using
his influence in Washington circles to try and secure the
funds for the third vessel. In the meantime, he sent for
John Ericsson to bring detailed plans for a 2000 ton vessel
to be presented by him before the United States Government.

Ericsson boarded the British Queen, bound for America, on

3 November 1839, never to return to England.34 Ericsson
brought with him his Ericsson gun and a working model of
the Princeton. VStockton immediately took Ericsson to the
Brooklyn Navy Yard where he arranged for several introductions.
Ericsson set to work testing his gun undef every possible
condition. While these tests were being conducted, Ericsson
received a letter from Stockton informing him of Stockton's
two year leave of absence to go electioneering on behalf of
the Whig candidates William Henry Harrison and John Tyler.
It seems that all of Stockton's efforts to secure the approv-
al for the Princeton had fallen on deaf ears. Stockton con-
cluded that the time was not yet ripe for such a venture,
and set out to obtain the endorsement of Congress by other
means. Because of Stockton's efforts in electioneering, the
Wwhig Party won, elevating Harrison into the Presidency.;5

The abandonment by Stockton, left John Ericsson in com-
paratively the same situation as in 1826 in London when his
model Caloric¢ Engine failed in the demonstration before the
Institute of Civil Engineers. Then as in 1826, he was with-

out friends, in a new country, living on borrowed money.
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However, the optimism of John Ericsson never left him in
moments of utter frustration and failure. Staying in a
shabby apartment in the Brooklyn Navy Yard, Ericsson decided
it was time to move. With $750 in borrowed money from Fran-
cis B. Ogden, he moved into the expensive Astor Hotel in
New York City. This course of action was common to the
character of John Ericsson. When things would be going
poorly, he never hesitated to spend what money he had on a
new sﬁit or'some other luxury. In London, his tailor bill
was so high that it contributed to his arrest and imprison-
ment in the debtor's prison. |

Not far from the Astor Hotel was the Phoenix Foundry
owned by James Cunningham. Cunningham soon retired and
turned the foundry over to William Hogg and Cornelius H.
DeLamater. It was good fortune of all three men that they
met, for they formed an arrangement which lasted many years
and proved extremely profitable for the Phoenix Foundry.
But probably the most important outcome of this arrangement
was the lifelong friendship established between John Erics-
son and "Harry" DeLamater.37

One month from the day of his inauguration, William
Henry Harrison died of pneumonia, elevating John Tyler into
the Presidency. Unwanted by both political parties, Tyler
assumed the duties of President and offered Stockton the
cabinet post of Secretary of the Navy because of Stockton's

roll in making the Harrison-Tyler Ticket successful. Stockton
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gracefully turned down the offer, reentered the Navy, and
once more took up the cause of convincing Congress that the
Navy needed the screw propeller.

Abel P. Upshur assumed the post turned down by Stockton

and with his aid secured permission for the construction of

L]

the Princeton. After months of neglect, John Ericsson re-
ceived a message from Stockton in July of 1841 stating that
Congress had given the go ahead for his ship and ordering

him to come to Washington. Happy in the knowledge that he
would soon see the fruits of his labors, Ericsson set out
immediately to join Stockton. When the two men met, Stock-
ton wasted no time in giving Ericsson his first set of orders.

LY ‘ You must at once prepare drawings for a screw
frigate of six hundred tons.

Ericsson's reply was
I know, I know, it is not a ship of the size

we planned. I have remonstrated against it vig-
orously, I may tell you. I like yielding to no
man, but I must be discreet and cannot presume
the counsel further. Thus sir, we must do with
what we gave, and that quickly. Time is of the
essence. 8

Stockton's next instructions came as a question,

can you give me now, very roughly mind you,
- an approximation of dimensions and costs?

Ericsson immediately sat down and proceeded to sketch a com-
plete set of plans for the six hundred ton Princeton and
after a short time he came up with an estimate.

I bg%ieve we may submit a maximum sum of
'$§75,000.

Ericsson's willingness to go along with Stockton on this
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enterprise was due to the fact that Ericsson desired only
to see his brainchild become a reality. He, therefore, cared
nothing about monetary gain or his rights as the inventor

of the ship;

ameqen 1 fregly waive my patent rights for
this experiment.

No one could have told Ericsson that giving up his patent

rights would be disastrous for he was a strong-willed man »

who neither sought adyice nor accepted it when given. Con-

sequently he became easy prey for an ambitious, glory-hungry

Robert Stockton who now was free to exploit his "so-called”

friend. Ericsson left this meeting with Stockton, promising

the first set of drawings for this ship Qithin a week. In

order to devote all of his time to the design and construction

of the Princeton, he hired a Samuel Risley to take sare of

his other contracts so that Ericsson could spend fourteen

hours a day working. Completely involved in every facet of

the ship's construction, Ericsson closely supervised the

entire operation. Long on ideas and short on temper, he

‘'was a very difficult man under which to work. 41
While Ericsson was busy working on the construction of

the ship, Stockton acted as a buffer against Washington crit-

ics eager to put an end to the entire project. Stockton fre-

quently réquested from Ericsson drawings and models of thé

ship to be used to back up Stockton's arguments in his effort

to forestall the cancellation of the project. On 22 September
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1841, Stockton returned to active duty in the Navy with
orders for the Philadelphia Navy Yard to act as superinten-
dent to the building of the Princeton. The actual construc-
tion of the ship then began in November 1841.42

On 7 September 1843, the Princeton was launched from
Philadelphia.To say that this ship was revolutionary would
be an understatement because of her many innoﬁations. She
was thé first steel-hulled, screw-propelled steamship of
war. She was the first steamer to have her engineering
plant and all associated machinery below the waterline. She
was the first ship to burn anthracite coal in her boilers.
She was the first ship to use centrifugal blowers in lieu of .
forced draft blowers with a small collapsible pipe for the
natural draft of her fixed smokestack. She was the first
ship to have her counter-rotating propeller shaft connected
directly to her engines.43

In October 1843, the first test of the Princeton came
when she was in the New York Navy Yard for the mounting of
Ericsson's Oregon guns and twelve cannonades. The challenge

came from the famed Great Western, the pride of the English

steamship line. The race took place on 19 October 1843 be-
fore a very large crowd on the banks of the East River.
Ericsson was not present for this important test of his ship's
capabilities against the best opponent in the world, but |
Francis B. Ogden was aboard the Princeton and he recorded

2 4
and evaluated the entire event at Ericsson's request. =
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The race began at 2:30 P.M. with the Great Western taking

off one quarter mile ahead of the Princeton with every bit
of canvas out and her paddles churning at full speed. The
Princeton then proceeded to catch up, overtake, and circle

the Great Western twice before returning to her berth on

the North River.4?

All of the praise for the Princeton was heaped onlstock-
ton. ‘He was called the inventor of the ship and given full
credit for

. « . the triumph in the art of naval defense.46
Although Stockton never claimed to be the inventor, he also
never gave credit to the real inventor, and permitted this
injustice to continue. The opportunist that he was, Stockton
set outlon an additioh of his own design to the ship. He
felt that the Oregon guns of Ericsson were not powerful

enough and he decided to build a larger, heavier gun he

called the Peacemaker. What the Peacemaker turned out to
be was a heavier version of the Oregon, without Ericsson's
barrel strengthening rings, and without Ericsson's permis-
sion for the use of his own gun design. Had Ericsson not

relinquished his-patent rights in 1841, the deadly Peacemaker

would never have become a part of the Princeton. Ericsson
was furious over the news of Stockton's intentions and fought
against its employment by explaining that an increase in
weight of the Oregon would upset the balance of the instru-

ments that controlled the gun. He also argued that the
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strength of the iron would be drastically reduced due to
the forging technique that had to be employed. With all
of his protests in vain, John Ericsson finally realized
that he had become the able tool of Robert Stockton.

On the day the Princeton was leaving for Washington,
Ericsson stood waiting on the shoreline for a pre-arranged
small boat to take him out to his ship to be welcomed aboard
for the trip. The small boat never came, and Ericsson stood
and watched as Stockton took the Princeton to Washington.
The Captain's name that was supposed to ring on the Potoﬁac

was changed that day from Ericsson to Stockton.47

Once again,
a great accoﬁplishment was virtually ruined by an instrument
of government, this time in the person of Robert Stockton,
and frustration was once again Ericsson's companion.

On 28 February 1844, Captain Stockton invited President
Tyler, a good portion of his Cabinet, members of Congress,
and other distinguished people aboard the Princeton for a

demonstration of her naval gunnery superiority with the

Peacemaker. The guns of the Princeton roared, as Stockton

ordered voliey after volley, proving the overwhelming success

of the ship's ordnance. A dinner followed this demonstration
during which numerous toasts were proposed in tribute to Captain
Stockton and his ship. Apparently still curious about the

guns, the Secretary of the Navy, Abel Upshur, requested one
mbre demonstration of fire power. Stockton complied with

this request, having a gun crew prepare for another series
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of volleys, the Peacemaker was loaded and fired but the
results were.far from. expected. Secretaries Upshur and
Gilmer, Commodore Kennon and Virgil Maxcy, David Gardiner
and the President's personal servant lay dead on the deck

of the Princeton as the Peacemaker's breech shattered under

the force of fifty pounds of gunpowder. Seventeen sailors,
several other people were injured and thrown into a state
of shock. ‘Unbelievably President Tyler was uninjured.48
Equally unbelievable was Stockton's accusation that all of
the blame belonged to his

assistant, an ingenious mechanic, named
Ericsson.

Even though a Congressional investigation freed Ericsson of

any blame, the effect of Stockton's accusations remained.

The Princeton was repaired and went on to serve as a useful

member of the fleet until she was scrapped in 1850 imme-

diately after Stockton's resignation from the Navy.50
Perhaps the largest injustice done to John Ericsson

was the lack of acknowledgment of what he had done for steam pro-

pulsion. Only in 1879, did recognition finally come in the

form of an article from the Proceedings of the Naval Insti-

tute:
when the USS Princeton, propelled by Erics-
son's screw and armed by Ericsson's wrought-iron
gun, was launched, the war between armor and pro-
jectiles began. . . and the age of iron had begun.51
Looking back on the accomplishments of John Ericsson

to date;'one can see what events molded him, hardened him
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and made him more determined. It can also be speculated
that he successfully ushered in three eras up to the time
he was forty years old. The first was, of course, his |
steam fire engine, at least ten years ahead of his time.
The second was the era of the steam locomotive with his
running of the "Novelty"; again too far ahead of his time
for acceptance. The third era he is responsible fér is, of
course, the steel-hulled steamship; ahead of time once more,
and a very great deciding factor in the history of this
country.

In the decade following the disaster aboard the Prince-
ton, Ericsson resigned himself to working for the Phoenix
Foundry designing steam engines for use on a wide variety
of ships.

In 1846, Congress sent out a circular letter to several
engineers in an effort to find out

the practicability on rendering an iron ves-
sel shot-proof. i

Ericsson came up with a totally revolutionary ship. The

designs he submitted were filed as Report No. 681, H.R.,

29th Congress and were in essence the designs for an ironclad

Monitor vessel. Congress ignored his plans as once again
John Ericsson was too far ahead of his time.53
The Caloric Engine, which was responsible for the emi-

gration of John Ericsson from Sweden in 1826 evolved into a

working reality in the form of a ship whose keel was laid in
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April of 1852. The Caloric Engine, that ran on the prin-
ciple that heated air could be used to run machinery,

brought fame to its inventor even before the trial run of

the Ericsson on New York Bay on 11 January 1853. Ericsson
claimed that he had built the Ericsson to be used as a float-
ing laboratory to test out his theories on the capabilities
of the Caloric Engine in a ship ir terms of power and speed.
The idea behind the Caloric Engine was to provide a motive
force comparative in power to a steam engine of a larger
size, only the Caloric would be smaller, economical, and
lighter.54 |

The Ericsson was two hundred sixty feet in length and
had a forty foot beam. $130,400 of her $500,000cost went
into the engines. On her trial day, the newsmen, already
enthusiastic over the prospects of the ship, eagerly explored
her from stem to stern. The engine room was, of course, the
biggest attraction. The men were led down to the engine room
through air conditioned spaces to find clean, quiet, and cool

. 55
engine spaces.

On her first trial run, the Ericsson attained just under
ten kﬁots. Although this speed was a good deal below the
Collins' steamers sixteen knots, the Ericsson used only six
tons of coal in twenty-four hours, whereas the Collins'
steamers’' used fifty-eight tons of coal in twenty-four hours.>®

The New York Tribune ran a representative article on 12

January 1853 of the reaction to the first trial run:
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The age of steam is closed. The age of

the caloric opens. Fulton and Watt belong to

the past. Ericsson is the great mechanical

genius of the present and the future.>7

The Ericsson's Caloric Engine proved itself as a power
plant, however, to move a ship through the water was one
thing, but to move a ship through the water with twice the
speed was.something that the Caloric Engine was incapable
of. There was élso another drawback to the prolonged use
of the engine. The radiant heat generated had an adverse
effect on the engine producing a rust which quickly spoiled
the piston valves and other parts of the machinery.58 These
two flaws in the design were reworked by Ericsson. He expe-
rimented with several modifications to get more work out of
the engines but to no avail. Finally, disaster struck the
Ericsson on 27 April 1854. Underway, off Sandy Hook, New
Jersey, the Ericsson ran into a sudden gale with rain and
winds of eighty miles per hour. On board was John Ericsson
and a small group of men and women. The ship began to take
on water, and as she was being abandoned, she sank in eight
fathoms of water. Salvage operations proved successful, but
the cost and labor of reconditioning the ship proved too

gy 59 =
expensive. Ericsson later wrote:

There was more engineering in that ship than 60
in ten monitors - it was simply a mechanical marvel.

Ericsson was able to successfully produce Caloric Engines
on a much smaller scale, and he made a considerable sum

from the sale. In a letter to President Abraham Lincoln of
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29 August 1861, he said:
I seek no private advantage or emolument of

any kind. Fortunately, I have upward of one

thousapd of.my Caloric Engines in sucgfssful

operation with affluence in prospect.

While the Civil War was raging in 1861, John Ericsson
was quietly working at his home at 95 Franklin Street, in
New York City. In a cupboard gathering dust since 1854 sat
a model of the ship that was to change not only the Civil
War but all naval war from that time on. Three important
people in Washington were the determining factors as to
whether or not that model would ever make it out of the cup-
board. These men were President Lincoln, Secretary of the
Navy, GideOn'We11es, and the Engineer in Chief of the Navy,
Benjamin Franklin Isherwood.62

The events that brought John Ericsson to this point in
time have already been discussed. What remains now is to
look back to those events and remember them and their effect
on the man, John Ericsson. Early hardened by the closed
minds of his superiors, Ericsson did not take much stock
in the bureaucratic agencies of government, as much as he
supported the government. With 1ittle'patience left, he was
got going to be used again like he had been so many times in
the past. He was determined that the frustration he had expe-
rienced in praétically all of his inventions would not be

his companion this time. To design something, build it,

test it, and evaluate it was Ericsson's goals on every project.
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The rewards he sought were not solely monetary in nature,
rather he sought to have his ideas proven, and receive the
credit and acknowledgment his efforts deserved.

On 29 August 1861, Ericsson wrote President Lincoln in-
forming him that he could provide just the vessel to enforce
the Atlantic Blockade. Relating his qualifications, Erics-
son left himself at the personal disposal of the President.
In all the mail received in the White House from inventors,
the President never saw the letter. Ericsson's old friend
"Harry" Delamater went to Washington in order to secure
contracts for his foundry, and to intercede on behalf of his
friend John Ericsson. In September of 1861, DeLamater ran
into Cornelius Scranton Bushnell. Bushnell had just secured
the contract for the ironclad Galena, but was in doubt as
to whether the ship could hold all of the iron stipulated
in the plans. Delamater referred him to John Ericsson in
New York. Bushnell immediately took the train to New York
and met with Ericsson the next morning. Ericsson went over
Bushnell'sAdiagrams and calculations, made some evalﬁations,
then gave Bushnell the information he sought.

She will easily carry the load you propose 63
and stand a six-inch shot at a respectable distance.

Ericsson then showed Bushnell his designs and model for an
ironclad ship. Bushnell was so impressed that he gave up
on the Galena and immediately went to the home of Gideon

Welles in Hartford. With him he took Ericsson's plans and
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model, in an effort to sell the Secretary on the concept.
Welles was very enthusiastic about the entire concept, and
ordered Bushnell to return to Washington to present the
invention before the Ironclad Board. Arriving on 10 Septem-
ber 1861, Bushnell sought out John F. Winslow and John A.
Griswold, owners of large foundries in Albany and Troy.
These three men presented Ericsson's invention before
President Lincoln who was extremely enthusiastic. He, in
turn, arranged for the invention to be presented before the
Ironclad Board consisting of Commodores J. Smith and H.
Paulding, and Captain C. H. Davis. The Board rejected the
invention because it did not follow pre-existing lines. One
prominent naval officer said:
It resembles nothing in the heavens above,

or the earth beneath, or the waters under the

earth. You can take it home and worship it

without violating any commandment.
Bushnell departed for New York to try and persuade Erics-
son to come to Washington and explain his invention before’
the,Ironclad'Board himself. Ericsson outdid himself in
convincing the Board that his ship was worthwhile. Parti-
cularly appealing was her low cost of $275,000 and that she
would be built in one hundred days. The Board sent their
final decision to Congress with the recommendation to build

three ironclads, the Galena, Ironsides and the Monitor.65

Ericsson worked extremely hard on this project and com-
pleted three thousand drawings of the ship during the one

hundred days of her construction. The success of the Monitor
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is best descfibed by members of the crew that sailed her
and fought her in Hampton Roads. °°

The accomplishments of John Ericsson following his
success with the Monitor were nothing short of futuristic.
Ericsson moved from Franklin Street to 36 Beach Street in
New York where he lived out the remainder of his life,
working in almost complete seclusion. He hired a housemaid
and secretary, Frank Taylor, to take care of his'personal
needs in order for him to devote all of his time to his
work.

Three of his inventions will be discussed in the fol-
lowing paragraphs.

As Ericsson worked hard to sell his monitors to the
Névy, he became obsessed with underwater warfare. He set
out to prove that ironclads were obsolete "torpedo food."®7
The result of his efforts was the torpedo boat Destroyer.
Ericsson believed in employing compressed air as a motive
force for tofpedoes. He had developed this concept in 1845
and revised it in 1854. 1In 1870 he was ready to submit to
the Navy his plan for a torpedo twenty-five feet long, weigh-
ing fifteén hundred pounds, and carrying an explosive charge
of three hundred twenty pounds. Around his torpedo, he built
a small, fast gunboat, capable of attacking at short range
from either bow or stern. The Destroyer had a freeboard of
only six inches, contained one boiler and could develop one

thousand horsepower. The torpedoes were fired from tubular
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shaped containers.placed in her hull. %8 Here are just two
more examples illustrating how far Ericsson was ahead of his
time.

The third invention of note was Ericsson's Solar Engine.
He was, in fact experimenting with the use of the sun's energy
for a motive force. Along with his "Contributions to the
Centennial Exposition,” his work on "radiant heat" shows:
how extraordinary John Ericsson really was.

As Ericsson looked back on his life, he was filled with
both bitterness and pride. Bitter over the close-minded
bureaucracy of government, but proud of the successful appli-
cation of the principles he had developed over the years.
From a quiet, withdrawn boy from Sweden, he gre& into a
proud, outspoken, stubborn man, hardened by the realities
of life yet grateful that he contributed something useful
to the world.

In 1872 Hjalmar Elworth wrote to his famous father for
the first time. And in 1876, he came to America to meet his
father for the first time. Their relationship slowly grew
until the death of Hjalmar in 1887. February 1889 brought
the sad news of the death of a very close friend, "Harry"
DeLamater. Realizing his days were few, he still kept right
on working in his room in his house on Beach Street. At
12:29 A.M. 8 March 1889, John Ericsson passed away. He died
of Brights Disease, the same ailment that took his son's life

a year and a half earlier.69 The genius of Beach Street
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finally returned to his native Sweden, departing from where

he had entered, the Brooklyn Navy Yard, 23 August 1890.70
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31 July 180

1811
1816
1817
1820
1824

May 1826
18 May 1826
1826

1827

1829

15 October
1836

Spring 1837

1837

December
1837

3

7 July 1838

12 January
1839

JOHN ERICSSON CHRONOLOGY

born in Langbanshyttan, Vermland, Sweden.

Ericsson's move to Lake Véttern, Forsvik,
Sweden; site of the Gota Canal.

John and Nils Ericsson were appointed cadets
in the Mechanical Corps of the Swedish Navy.

Made a leveler in charge of 600 men in the
construction of the Gota Canal.

Joined the 23rd Rifle Corps of the Swedish
Army.

Love affair with Carolina Lillieskold ends
in illegitimate son, Hjalmar Elworth.

Depart Stockholm, Sweden for London, England

Arrive London, England.

Joins in partnership with John Braithwaite.
Was declared a deserter, exonerated and pro-
moted to the rank of Captain which he kept
for the rest of his life.

Developed the steam locomotive "Novelty."

Marries Amelia Byam.

Launching of the Francis B. Ogden, the first

screw propeller ship.

Ericsson is sent to the debtor's prison.

Ericsson meets Robert Field Stockton.

The Robert F. Stockton is launched in England.

The Stockton is tested successfully on the
River Thames.
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3 November
1839

23 November
1839

November 1841

7 September
1843

19 October
1843

28 February

1844
1848
1852
11 January

1853

19 April 1861-

30 January
1862

9 March 1862

1864

1866

1872

1876

19 February
1889

8 March 1889

23 August
1890

Ericsson departs England for America.

Ericsson arrives in New York.

Construction begins on the Princeton.
Princeton is launched from Philadelphia.

Princeton outperforms the Great Western on
the East River, New York.

Princeton goes on short cruise to demonstrate
her capabilities. Peacemaker 1l2-inch gun
explodes killing several people, including
Secretaries Upshur and Gilmer

John Ericsson becomes a naturalized citizen.

Keel laid for the Ericsson.

First trial run of the Ericsson.

Civil wWar begins

Monitor is launched.
Battle between the USS Monitor and CSS Virginia.

Ericsson moves to 36 Beach Street, the last
move he made in his lifetime.

Wife Amelia dies in London.

First correspondence between Hjalmar Elworth
and . John Ericsson.

First meeting of father and son.

Harry DeLamater dies.

John Ericsson dies.

John Ericsson is moved back to Sweden.
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EDITOR'S NOTE

After John Ericsson was so harshly ridiculed in the press
for the "Princeton Affair" with no reprieve from the Congres-
sional investigation which acquitted him of any blame, and
his resulting financial hardship, he returned to the yard of
his friend Harry Delameter in New York. He had no desire of
ever again accepting any government contracts or dealing with
the Navy Department. Once again, political manipulation had
disturbed the ehgineer from his work.

As civil strife erupted into civil war, the government
in Washington was severely crippled by the resignation of
many high officials. The confusion incident té a change of
administration was heightened many fold by the resignations
due to secession and to the outbreak of hostilities. In this
atmosphere of uncertainty and distrust, newly elected Presi-
dent Lincoln had to form his government. The impact this
had on establishing policy cannot be overstated. In the
Bureau of Ordnance and Hydrography, for example, every-berson
save a.draftsman and the messenger resigned at the outbreak
of war.1 |

Confronted with the problem of effecting a naval blockade
of over 3500 miles of coast and the relative inexperience of
many of the officials thrust into a position of importance,

it is not surprising that the Navy Department hesitated in
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the first months of the war to embark on an ironclad program.2

At the outset, the Department was flooded with proposals
for protécted warships. These included proposals for ships
of iron, wooden ships plated with armor and even ships pro-
tected with rubber. Prior to March 1862, the new government
had received more than 100 proposals for ironclad ships.
There seemed to be general agreement that the South would
resort to the construction of ironclads and that the North
would have to build a fleet of iron to match them, however,
no one knew what design would be acceptable.

Captain A. A. Harwood, the new Chief of the Bureau of
Ordnance and Hydrography, thought

it would be hazardous to rely upon new models of

vessels, however plausible, at a critical time

and intended to effect decisive results.

The experience of the Navy proves beyond a doubt

that wherever the construction of vessels of war

have been entrusted to persons not intimately

versed in the requirements of a man of war, how=~

ever able in other respects, the result has been

uniformly a failure in some vital point. . . .

The Congress, hearing of the construction of ironclad
ships in Europe wanted new construction to protect the
northern ports.

Senator Grimes of Iowa introduced on July 19, 1861 a bill
directing the Secretary of the Navy to appoint "a board of

three skilful naval officers" to investigate plans of armored

steamships or steam batteries, and appropriating $1,500,000 for
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the construction of one or more if the board reported fa-
vorably.

With the passing of this bill, Secretary of the Navy
Welles promptly published an advertisement, dated August 7,

calling for

e

offers from parties who are able to execute work of
this kind, and who are engaged in it, of which they
will furnish evidence with their offer, for the con-
struction of one or more iron-clad steam vessels of
war, either of iron or of wood and iron combined,
for sea or river service, to be of not less than
ten nor over sixteen feet draught of water; to car-
ry an armament of from eighty to one hundred and
twenty tons weight, with provisions and stores for
from one hundred and sixty-five to three hundred
persons, according to armament, for sixty days,

with coal for eight days. The smaller draught of
water, compatible with other requisites, will be
preferred. The vessel to be rigged with two masts,
with wire-rope standing rigging, to navigate at sea.

A general description and drawings of the vessel,
armor, and machinery, such as the work can be exe-
cuted from, will be required.

The offer must state the cost and the time for com-

pPleting the whole, exclusive of armament and stores

of all kinds, the rate of speed proposed, and must

be accompanied by a guarantee for the proper execu-

tion of the contract, if awarded.

Persons who intend to offer are requested to inform

the department of their intention before the 15th

August, instant, and to have their propositon§4pre—

sented within twenty-five days from this date.

On August 8, Secretary Welles appointed Commodore Joseph
Smith, Chief of the Bureau of Yards and Docks, senior officer
of the ironclad board, with Commodore Hiram Paulding and Com-

mander Dahlgren as his associates. At Dahlgren's own request
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he was relieved from this service shortly after, and Commander
Charles H. Davis appointed in his place.5

It is at this point where the story of how the Monitor
became reality begins. 1In truth it was an enterprise in
search of government contracts by men of means, but if private
enterprise had not spurred these men to action, Ericsson's

Monitor would have been a forgotten dream.

Notes

l. The Introduction of the Ironclad Warship, by James Phin-
ney Baxter, 1933, Archon, p. 238.

2. Ibid., p. 241

3. Ibid., p. 242

4. 1Ibid., p. 246

5. Ibid., p. 247
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NEGOTIATIONS FOR THE BUILDING OF THE "MONITOR."

Taken from

FROM SUMTER TO SHILOH

Battles and Leaders of the Civil Wwar
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Negotiations for the Building of the "Monitor."

In 1877, at the request of ex-Secretary Gideon Welles,
C. S. Bushnell, of New Haven, one of the associate owners of
the Monitor, embodied, in a letter to tﬁe former, his recol-
lections of the negotiations which led to the building of
that vessel. That letter immediately following, and the
letter of comment by Captain Ericsson, has been sent to the

editors for publication, by the Reverend Samuel C. Bushnell,

son of the builder:
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"HONORABLE GIDEON WELLES. DEAR SIR: Some time since,
during a short conversation in regard to the little first
Monitor, you expressed a desire to learn from me some of the
unwritten details of her history; particularly, how the plan
of the boat came to be presented to the Government and the
manner in which the contract for her construction was secured.

"You doubtless remember handing me‘in August, 1861,1 at
Willard's Hotel in Washington, D. C., the draft of a bill
which you desired Congress should pass, in reference to ob-
taining some kind of iron-clad vessels to meet the formidable
preparations the Rebels were making at Norfolk, Mobile, and
New Orleans. At that time you stated that you had already.
called the attention of Congress to this matter, but without
effect.

"I presented this bill to the Honorable James E. English,
member of Congress from my district, who fortunately was on
the Naval Committee and untiringly urged the matter on their
attention. ' The chairman of the committee, A. H. Rice, of
Massachusetts,2 also cooperated most heartily, so that in
about thirty days,3 if I remember correctly, the bill passed
both Houses, and was immediately signed by President Lincoln.
The bill required all plans of iron-clad vessels to be sub-
mitted to a board of naval officers appointed by yourself.

The board consisted of Admirals Smith and Paulding and Captain

'Davis, who examined hundreds of plans, good and bad, and among
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others that of a plated iron gunboat called the Galena, con-
trived by Samuel H. Pook, now a constructor in the Navy De-

partment. The partial protection of iron bars proposed for

her seemed so burdensome that many naval officers warned me

against the possibility of the Galena's being able to carry

the additional weight of her armament.

"C. H. Delamater, of New York, advised me to coﬁsuit
with the engineer, Capfain John Ericsson, on the matter.
This I proceeded at once to do, and on supplying him with the
data necessary for his calculations promptly gained the an-
swer, 'She will easily carry the load you propose, and stand
a 6-inch shot—if fired from a respectable distance.' At
the close of this interview, Captain Ericsson asked if I
had time just then to examine the plan of a floating battery
absolutely imprégnable to the heaviest shot or shell. I
replied that the problem had been occupying me for the last
three months, and that, considering the time required for
construction, the Galena was the best result that I had been
able to atﬁain. He then placed before me the plan of the
Monitor, explained how quickly and powerfully she could be
built, énd exhibited with characteristic pride a'medal and
letter of thanks received from Napoleon III. For it appears
that Ericsson had invented the battery when France and Russia
were at war, and out of hostility to Russia had presented it

to France, hoping thereby to aid the defeat of Sweden's
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hereditary foe. The invention, however, came too late to
be of service, and was preserved for another issue.
"You no doubt remember my delight with the plan of the
Monitor when first Captain Ericsson intrusted it to my care;
how I followed you to Hartford and astounded you by saying
. that the country was safe because I had found a battery which
would make us master of the situation so far as the ocean was
concerned. You were much pleased, and urged me to lose no
time in presenting the plan to the Naval Board at Washington.
I secured at once the cooperation of wise and able associates
in the person of the late Honorable John A. Griswold of (Troy)
N. Y., and John F. Winslow of Troy, both of them friends of
Governor Seward and large manufacturers of iron plates, etc..
Governor Seward furnished us with a strong letter of intro-
duction to President Lincoln, who was at once greatly pleased
. with the simplicity of the plan and agreed to accompany us
to the Navy Department at 11 A.M. the following day, and aid
us as best he could. He was on hand promptly at 11 o'clock—
the day before you returned from Hartford. Captéin Fox,
together with a part of the Naval Board, was present.4 All
L were surpfised at the novelty of the plan. Some advised try-
ing it; others ridiculed it. The conference was finally

v closed for that day by Mr. Lincoln's remarking, 'All I have

*

to say is what the girl said when she put her foot into the

stocking, "It strikes me there's something in it."' The
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following day Admiral. Smith convened the whole board, when I

presented as best I could the plan and its merits, carefully

noting the remarks of each member of the board. I then went

to my hotel quite sanguine of success, but only to be disap-

pointed on the folldwing day. For during the hours following
the last session, I found that the air had been thick with o
croakings that the department was about to father another

Ericsson failure. Never was I more active than now in the

effort to prove that Ericsson had never made a failure; that,

on the contrary, he had built for the Government the first

steam war-propeller ever made; that the bursting of the gun

was no fault of his, but of the shell, which had not been

made strong enough to prevent its flattening up with the pres-

sure of the explosion behind it, making the bursting of the

gun unavoidable; that his caloric principle was a triumphant

success, but that rno metal had yet been found to utilize it

on a large scale. I succeeded at length in getting Admirals

Smith and Paulding to promise to sign a report advising the

building of one trial battery, provided Captain Davis would

join with them. On going to him, I was informed that I might

'take the little thing home and worship it, as it would not =
be idolatry, because it was made in the image of nothing in :
the heaven above or on the earth below or in the waters under >

-

the earth.' One thing only yet remained which it was possible

to do: this was to get Ericsson to come to Washington and
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plead the case himself. This I was sure would win the case,
and so informed you, for Ericsson is a full electric battery
in himself. You at once promised to have a meeting in your
room if I could succeed in inducing him to come. This was
exceedingly doubtful, for so badly had he been treated and
so unmercifully maligned in regard to the Princeton that he
had repeatedly declared that he would never set foot in
Washington againe.

"Nevertheless I appeared at his house the next morning
precisely.at 9 o'clock, and heard his sharp greeting: 'Well:
How is it?' ‘'Glorious,' said I. 'Go on, go on,' said he
with much impatience. ' 'What did they say?' 'Admiral Smith
says it is worthy of the genius of an Ericsson.' The pride

fairly gleamed in his eyes. 'But Paulding—what did he say

. of it2" 'He'said, "it's just the thing to clear the 'Rebs’

out of Charleston with."' 'How about Davis?' he inguired, as
I appeared to hesitate a moment. 'Oh, Davis,' said I, 'he
wanted two or three explanations in detail which I couldn't
givé him, and so Secretary Welles proposed that I should
come and get you to come to Washington and explain these few
points to tﬁe entire board in his room to-morrow.' 'Well,
I'll go—I'll go to-night.'

"From that moment I knew that the success of the affair
was assured. You remember how he thrilled every person pre-

sent in your room with his vivid description of what the little
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boat would be and what she could do; and that in ninety days'
time she could be built, although the Rebels had already been
four months or more on the Merrimac with all the appliances
of the Norfolk Navy Yard to help them.

"You asked him how much it would cost to complete her.
*Two hundred and seventy-five thousand dollars,' he said.
Then you'promptly turned to the members of the board, and one
by one asked them if they would recommend that a contract be
entered into, for her construction, with Captain Ericsson
and his associates. Each one answered, 'Yes, by all means,'
Then you told Captain'Ericsson to start her immediately. On
the next day in New York a large portion of every article
used in her construction was ordered, and a contfact at once
entered into between Captain Ericsson and his associates and
T. F. Rowland, at Green Point, for the expeditious construc-
tion of the most formidable vessel ever made. It was arranged
that after a few days I should procure a formal documentary
contract from the Naval Board to be signed and executed by
the Secretary of the Navy, Captain John Ericsson and asso-
ciates.

"I regret that this part of the matter has been mis-
understood, as though you had made terms heavier or the risk
greater than you ought. The simple fact was that after we
had entered upon the work of construction, and before the

formal contract had been awarded, a great clamor arose, much
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of it due to interested parties, to the effect that the bat-
tery would prove a failure and disgrace the members of the
bqard for their action in recommending it. For their own pro-
tection, therefore, and out of their superabundant caution
they insisted on inserting in the contract a clause requir-
ing us to guafantee the complete success of the battery, so
that, in case she proved a failure, the Government might be
refunded the amounts advanced to us from time to time during
her construction. To Captain Ericsson and myself, this was
never an embarassment; but to Mr. Winslow, as indeed to Mr.
Griswold also, it appeared that the board had asked too much.
But I know that the noble old Admiral Smith never intended
that we should'suffé;, and among the many fortunate things
for which the nation had occasion to be grateful-——such as
the providential selection as President in those dark days
of the immortal Lincoln and his wisely chosen Cabinet-—was
the appointment of Admiral Smith to the charge of the navy
yards, who always seemed to sleep with one eye open, so con-
stant was his watchfulness and so eager his desire that the
entire4navy should be always in readiness to do its part in
the overthrow of the rebellion.

"I am confident that no native-born child of this coun-
try will ever forget the proud son of Sweden who could sit in
his own house and contrive the three thousand different parts

that go to make up the complete hull of the steam—battery
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Dictator, so that when the mechanics came to put the parts
together not a single alteration in any particular was re-
quired to be made. What the little first Monitor and the sub-
sequent larger ones achieved is a part of history. . . .

Very respectfully,
C. S. BUSHNELL."

The date of the following letter from Captain Ericsson
to the son of Mr. C. S. Bushnell indicates that the above
letter was submitted to Captain Ericsson before it was sent
to Ex-Secretary Welles:

"NEW YORK, March 2d, 1877.

"ERICSSON F. BUSHNELL, ESQ., NEW HAVEN. MY DEAR SIR:
I have read with'much pleasure your father's statement to
Mr. Welles concerning the construction of the original Moni-
tor. I do not think any changes or additions are needed,
the main facts being well stated.

e « o Yours very truly,

J. ERICSSON."
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Captain Ericsson's version of the visit to Washington,
as given in Colonel William C. Church's paper on "John
Ericsson" in "The Century" magazine for April, 1879, is as

follows:

"With his previous experience of the waste of fime and
patience required to accomplish anything at Washington,
Captain Ericsson, who is not, it must be said, like the man
Moses, ‘'exceeding meek,' would not himself go to the capital
to secure attention to his ideas. There were associated with
him three men of practical experience, great energy and
wealth, who had become interested in the Monitor aﬁd were
determined that it should have a trial. One of these was
Mr. C. S. Bushnell, of Connecticut. He went to Washington,
but failed in the attempt to persuade the iron-clad board
that the designer of the Princeton was worthy of a hearing.
Nothing remained except to induce Ericsson to visit Washington
in person and plead his own cause with that rude but forcible
eloguence which has seldom failed him in an emergency. To
move him was only less difficult than to convince the Navy
Department without him. At last a subterfuge was adopted.

Ericsson was given to understand that Mr. Bushnell's reception
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at Washington had been satisfactory and that nothing re-
mained but for him to go on and complete the details of a
contract for one of his vessels. Presenting himself before
the board, what was his astonishment to find that he was not
only an unexpected but apparently an unwelcome visitor! It
was evident that the board were asking themselves what could
have brought him there. He was not left long in doubt as to
the meaning of this reception. To his indignation, as well
as his astonishment, he was informed that the plan of a ves-
sel submitted by him had already been rejected. The first
impulse was to withdraw at once. Mastering his anger, how-
ever, he stopped to inquire the reason for the determination
of the board. The vessel had not sufficient stability, Com-
modore Smith exclaimed; in fact, it would upset and place her
crew in the inconvenient and undesirable position of sub-
marine divers. Now, if there is anything which especially
distinguishes the Monitor, with its low free-board, it is the
pecuiiarity«which it has in common with the raft it resembles—
its inability to upset. In a most earnest and lucid argument,
Captain Ericsson proceeded to explain this. Pérceiving that
his explanation had its effect, and his blood being well
warmed by this time, he ended by declaring to the board with
great earnestness: ‘'Gentlemen, after what I have said, I
consider it to be your duty to the country to give me an order

"to build the vessel before I leave this room.' Withdrawing
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to one corner, the board consulted together and invited Cap-
tain Ericsson to call again at 1 o'clock. Promptly at the
hour named he appeared at the Navy Department. In the board-
room he found Commodore Paulding alone. The.commodore re-
ceived him in the most friendly manner, invited him into his
private office, and asked that he would repeat the explana-
tion of the morning as to the stability of the vessel. Be-
tween the two interviews, Ericsson had found time to make

at his hotel a diagram presenting the question of stability
in a form easily understood. With this diagram, he repeated
his previous demonstration. Commodore (afterward Admiral)
Paulding was thoroughly convinced, and with frankness which
did him great credit said: 'Sir, I have learnt more about
the stability of a vessel from what you have now said than
all I knew before.' This interview ended with a request to
call again at 3 o'clock. Calling at 3, Ericsson was at once
invited to pass into the room of secretary Welles. Here,
without farther pafley, the secretary informed him that the
board now reported favorably upon his plan of a vessel, and
wished hiﬁ to return to New York and commence work upon it
at once. The contract would be sent on for signature. Be-
fore this contact was received, the keel-plates for the first

Monitor had passed through the rolling-mill."

EDITORS.
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FOOTNOTES

1. Mr. Bushnell's recollection of the dates is inexact. The
bill (Senate, 36) was introduced July 19th, in the Senate, by
Mr. Grimes of Iowa, "at the instance of the Department."”
(Congressional Globe, lst Session, 37th Congress, pp. 205,
344). It became a law August 3d.—EDITORS.

2. As Mr. Welles points out in his letter, this was an error

of Mr. Bushnell's. The chairman of the Naval Committee was -
Charles B. Sedgwick, of Syracuse, New York. Mr. Rice came

second on the committee.—EDITORS.

3. The time was actually fifteen days.—EDITORS.

4., Several naval officers were also present unofficially.-—
EDITORS.

«
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Building of the Monitor
By
Rev. Francis B. Wheeler, D. D.
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Building of the Monitor

The story of the Monitor has never been told. Certainly
not so told that justice has been done to all connected
therewith.

The world knows of her brilliant action in Hampton Roads
by which our imperiled navy was saved and the fortunes of
our civil war changed, but the world does not know the men
who made this action possible, and a fact in American history.

The invention belongs to Captain John Ericsson, a man
of marvélous ability and most fertile brain, but the creation
of the Monitor belongs to two distinguished iron-masters of
the State of New York, viz., the Hon. John F. Winslow, and
his partner in business, the Hon. John A. Griswold. These
gentlemen, if they did not go to the front, certainly fur-
nished the sinews of war from brain and purse. In the dark
days of the Republic, with earnest, heroic and patriotic
purpose, under difficulties that would have appalled most
men, they undertook the construction of an iron vessel, the
record of which commands the admiration of the world.

It was a step which required large faith, energy aﬁd~
capital on their part.

They were not ship-builders, had no special facilities
for constructing vessels, and knew nothing by experience of
the business, and there had never been any iron war-ships

built in this country; hence, for them to attempt to put
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afloat any kind of a war vessel was a hazardous experiment.

When we consider that the fighting-machine to which
they put hands was entirely unlike anything else in the
world, and had met with nothing but disapproval from all
the naval authorities to whom the matter was submitted, it
will be seen that the risk they took was one such as probably
no other firm ever assumed under like circumstances.

Nevertheless, they had the means needful for the experi-
ment, and after full consideration decided, patriotically,
to risk all in the attempt, and if they failed, bear the loss
and the blame themselves.

The story is in this wise: Messrs., Griswold and Winslow
were in Washington in the autumn of 1861, in the adjustment
of some claims against the government for iron plating, fur-
nished by them for the war-ship Galena. There, through Mr.
C. S. Bushnell, the agent of Captain Ericsson, they learned
that the plans and specifications for a naval war machine,
or floating iron battery, presented by Captain Ericsson,
found no favor with the special board appointed by Congress
in'186l, to examine and report upon the subject of iron-clad
ships. That board consisted of Commodores Joseph Smith,
Hiram Paulding and Charles H. Davis. Ericsson and his agent,
Mr. Bushnell, were thoroughly disheartened and demoralized
at this failure to interest the government in their plans.

The éapers were placed in the hands of Messrs. Winslow

and Griswold, with the earnest request that they would examine
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them, and, if they thought well of them, use their influence
with the government for their favorable consideration.

Mr. Winslow carefully read the papers and became satis-
fied that Ericsson's plan was both feasible and desirable.
Commodore Smith was seen, but his interest could not be
awakened nor his objections overcome. 'After conference with
his friend and partner, Mr. Griswold, it was determined to
take the whole matter to President Lincoln. Accordingly, an
interview was arranged with Mr. Lincoln, to whom the‘plans
of Captain Ericsson were presented, with all the unction and
enthusiasm of an honest and mastering conviction, by Mr.
Winslow and Mr. Griswold, who had now become thoroughly
interested in the undertaking. The President listened
with attention and growing interest. When they were done,
Mr. Lincoln said, "Gentlemen, why do you bring this matter
to me? why not take it to the Department having these
things in charge?" "It has been taken already to the Depart-
ment and there met'with a repulse, and we come now to you
with it, Mr. President, to secure your influence. We are
here not simply as business men, but as lovers of our coun-
try, énd we believe most thoroughly that here is something’
upon which we can enter that will be of vast benefit to the
Republic," was the answer. Mr. Lincoln was roused by the
terrible earnestness of Mr. Winslow and his friend Griswold,
and said, in his inimitable manner, "Well, I don't know much

about ships, though I once contrived a canal-boat, the model
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of which is down in the Patent Office, the great excellence
of which was that it could run where there was no water.
But I think there is something in this plan of Ericsson's.
I tell you what I will do. I will meet you to-morrow at
ten o'clock, at the office of Commodore Smith, and we will
talk it,alllover." The night following this interview was
an anxious one with Mr. Winslow, upon whom the onus of pre-
sentation and advocacy was thrown.

He scarcely slept, but went through the drawings and
specifications of Ericsson, line by line, and item by item,
that he might familiarize himself with the whole subject.

The nexf morning the meeting took place according to
the appointmeht. Mr. Lincoln was present. The Secretary
of the Navy, with many of the influential men of the Navy
Department, were also there.

The office where they met was rude in all itsbelongings.
Mr. Lincoln sat upon a rough box.

Mr. Winslow, without any knowledge of naval affairs
other than thét which general reading would give, entered
upon his task with considerable trepidation, but his whole
heart was in it, and his showing was so earnest} practical

~and patriotic, that a profound impression was made. "Well,"
said Mr. Lincoln, after Mr. Winslow had finished, '"well,
Commodore Smith, what do you think of it?" The Commodore
made some general and non-committal reply, whereupon the

President, rising from the box, added: "Well, I think there
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is something in it, as the girl said when she put her leg in
the stocking. Good morning, gentlemen," and went out. From
this interview grew a government contract with Messrs. Winslow
and Griswold for the construction of the Monitor, the vessel
to be placed in the hands of the government within one hundred
days, at a cost of $275,000. The contract;, however, was so
burdened with conditions and restrictions that it seemed

very hazardous and impossible, almost useless, to undertake
the work. Government officials, evidently, had no confidence
in the ability of such a vessel as was proposed; hence the
conditions imposed amounted almost to an injunction upon

the enterprise. After thoroughly weighing the whole subject,
and with some v<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>